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1
INFINITELY VARIABLE TRANSMISSION

TECHNICAL FIELD

The present disclosure relates generally to the field of
automotive vehicles and more particularly, but not by way of
limitation, to an infinitely variable transmission implemented
in automotive vehicles having internal combustion engines.

BACKGROUND

Automotive vehicles typically have a drive train in which
an internal combustion engine provides power to wheels, or
other motivational mechanisms, through a transmission that
provides speed and torque conversions from a rotating drive
shaft to the wheels using gear ratios. Typical transmissions
have included combinations of planetary gears and clutches
that are utilized to fix one set of gears with respect to the other
gears to select one of a few predetermined ratios in a stepwise
fashion.

More recently, the continuously variable transmission
(CVT) has emerged in various forms (e.g., belt drive, pulley
drive, etc.) to provide stepless change through an infinite
number of effective gear ratios between maximum and mini-
mum values. The flexibility of a CVT allows the driving shaft
to maintain a constant angular velocity over a range of output
velocities. This constant angular velocity can provide better
fuel economy by enabling the engine to run at its most effi-
cient revolutions per minute (RPM) for a range of vehicle
speeds. Alternatively it can be used to maximize the perfor-
mance of a vehicle by allowing the engine to turn at the RPM
at which it produces peak power.

A specific type of CVT is the infinitely variable transmis-
sion (IVT), in which the range of ratios of output shaft speed
to input shaft speed includes a zero ratio that can be continu-
ously approached from a defined “higher” ratio. A zero output
speed (low gear) with a finite input speed implies an infinite
input-to-output speed ratio, which can be continuously
approached from a given finite input value with an IVT. Low
gears are a reference to low ratios of output speed to input
speed. This low ratio is taken to the extreme with IVTs,
resulting in a “neutral”, or non-driving “low” gear limit, in
which the output speed is zero. Unlike neutral in a normal
automotive transmission, IVT output rotation may be pre-
vented because the backdriving (reverse IVT operation) ratio
may be infinite, resulting in impossibly high backdriving
torque. However, ratcheting IVT output may freely rotate
forward.

SUMMARY

According to an exemplary aspect of the present disclo-
sure, an infinitely variable transmission includes a planetary
gear set situated in a drive train of an automotive vehicle and
interfaced with a worm gear driven by an electrical motor
continuously controlled by an electronic control unit in
response to a torque demand.

One technical aspect of the exemplary control head may be
connection of a planetary carrier of the planetary gear set to an
output shaft, connection of a sun gear of the planetary gear set
to a drive shaft, and interfacing of a ring gear of the planetary
gear set with the worm gear.

Another aspect may be selection of the worm gear helix
angle to effect a balance between worm gear teeth friction and
load placed on the worm gear by the planetary gear set, such
that power required to drive the worm gear is minimized for
all input load conditions.
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Another aspect may include the electronic control unit
making a determination whether the torque demand can be
satisfied by operating the internal combustion engine at an
optimum efficiency set point, and conditioned on results of
the determination, either operating the internal combustion
engine at the optimum efficiency set point, while modifying
the angular velocity of the electrical motor to satisty the
torque demand; or operating the internal combustion engine
in a manner that deviates from optimal efficiency only to an
extent necessary to satisfy the torque demand.

Other technical advantages may be readily apparent to one
skilled in the art after review of the following figures and
description associated herewith.

BRIEF DESCRIPTION OF THE DRAWINGS

For a more complete understanding of the present disclo-
sure and the advantages thereof, reference is now made to the
following brief description, taken in connection with the
accompanying drawings and detailed description, wherein
like reference numerals represent like parts, in which:

FIG. 11s a functional block diagram illustrating an embodi-
ment of an automotive vehicle implementing an infinitely
variable transmission in accordance with the teachings of the
present disclosure.

FIG. 2is a functional block diagram illustrating an embodi-
ment of an electronic control unit of an infinitely variable
transmission in accordance with the teachings of the present
disclosure.

FIG. 3 is a graphical representation of a multi-dimensional
map organizing operational parameters formulated in accor-
dance with the teachings of the present disclosure.

FIG. 4 is a graphical representation of an embodiment of
continuously controlled infinitely variable transmission com-
ponents in accordance with the teachings of the present dis-
closure.

FIG. 5 is a flow diagram illustrating an embodiment of a
multi-modal method of operation for use with an infinitely
variable transmission in accordance with the teachings of the
present disclosure.

FIG. 6 is a flow diagram illustrating an embodiment of a
start mode of a method of operation for use with an infinitely
variable transmission in accordance with the teachings of the
present disclosure.

FIG. 7 is a flow diagram illustrating an embodiment of a
reverse mode of a method of operation for use with an infi-
nitely variable transmission in accordance with the teachings
of the present disclosure.

FIG. 8 is a flow diagram illustrating an embodiment of a
drive mode of a method of operation for use with an infinitely
variable transmission in accordance with the teachings of the
present disclosure.

FIG. 9 is a flow diagram illustrating an alternative embodi-
ment of a control process whereby an electronic control unit
employs formulas to determine and apply the modified con-
trol parameters.

FIG. 10 is a flow diagram illustrating a portion of the
process of employing formulas to modify the control param-
eters in accordance with the alternative embodiment.

FIG. 11 is a flow diagram illustrating another portion ofthe
process of employing formulas to modify the control param-
eters during an acceleration mode in which the acceleration
cannot be achieved at the optimum ICE RPM set point.

FIG. 12 is a flow diagram illustrating another portion ofthe
process of employing formulas to modify the control param-
eters during an acceleration mode in which the acceleration
can be achieved at the optimum ICE RPM set point.
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FIG. 13 is a flow diagram illustrating another portion of the
process of employing formulas to modify the control param-
eters during a cruise mode.

FIG. 14 is a flow diagram illustrating another portion of the
process of employing formulas to modify the control param-
eters during a deceleration mode.

FIG. 15 is a flow diagram illustrating another portion of the
process of employing formulas to modify the control param-
eters, including detecting an uphill or braking condition and
further modifying the control parameters accordingly.

FIG. 16 is a flow diagram illustrating another portion of the
process of employing formulas to modify the control param-
eters, including detecting a downbhill condition and further
modifying the control parameters accordingly.

DETAILED DESCRIPTION

It should be understood at the outset that although exem-
plary implementations of the teachings of the present disclo-
sure are illustrated below, the teachings of the present disclo-
sure may be implemented using any number of techniques,
whether currently known or in existence. The present inven-
tion should in no way be limited to the exemplary implemen-
tations, options, drawings, and techniques illustrated below,
including the exemplary design and implementation illus-
trated and described herein. Additionally, the drawings con-
tained herein are not necessarily drawn to scale.

Referring to FIG. 1, an infinitely variable transmission
according to the teachings of the present disclosure can be
implemented in an automotive vehicle 100 in part by situation
of a planetary gear set 102 in a drive train of the automotive
vehicle 100. The planetary gear set 102 can have exactly two
input components and an output component, and a drive shaft
104 driven by an internal combustion engine (ICE) 106 of the
automotive vehicle 100 can be connected to a drive shaft input
component 108 of the two input components. The output
component 110 can be connected to an output shaft 112
configured to drive a motivational mechanism 114 (e.g.,
wheel, track, propeller, rotary wing, etc.) of the automotive
vehicle 100. A worm gear 116 can be interfaced with a worm
gear input component 118 that is the other of the two input
components of the planetary gear set 102. An electrical motor
120 can be connected to drive the worm gear under continu-
ous control of an electronic control unit (ECU) 122 that can
also be responsible for continuous control of a throttle 124 of
ICE 106 and/or electronic fuel injectors 126 that supply fuel
128 to ICE 106. ECU 122 can be connected to continuously
control the electrical motor 120 and ICE 106 in a manner
formulated to satisfy a torque demand (e.g., accelerator pedal
signal) received from user interface 130, and generated by an
operator of the automotive vehicle 100.

It should be understood that ECU 122 can be comprised of
one or more computer processors having volatile and/or non-
volatile computer memory (e.g., RAM, ROM, FLASH, bit
registers, etc.). Additionally, ECU 122 can be a single inte-
grated computer processor unit, or it can composed of mul-
tiple processors either co-located or distributed. ECU 122 can
also have additional functionalities, such as control of a clutch
132 connecting and disconnecting drive shaft 104 to and from
drive shaft input component 108. It is envisioned that such a
clutch 132 can be a mechanical clutch, or it can be part of a
torque converter. ECU 122 can additionally be responsible for
control of braking system 134 to apply a brake 136 to moti-
vational mechanism 114 and/or output shaft 112 in response
to a brake pedal signal from user interface 130. It is further
envisioned that control of ICE 106 and/or electrical motor
120 by ECU 122 can be conditioned on additional signals
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received by ECU 122, such as angular velocity of motiva-
tional mechanism 114 and/or output shaft 112 from sensor
138. Other signals received by ECU 122 can be angular
velocity of drive shaft input component 108 from sensor 140,
and/or angular velocity of drive shaft 104 from sensor 142.
Further signals that ECU 122 can receive and use in the
continuous control operations can include temperature, mass
air flow, oxygen level, and other such parameters as are ordi-
narily employed in operating internal combustion engines in
automotive vehicles as will be readily apparent to one skilled
in the art. It should also be understood that ECU 122, electri-
cal motor 120, and other electronic components of automo-
tive vehicle 100 can receive power from a battery 144 that can
be recharged by brake generated power, or by an alternator.

In some embodiments, the automotive vehicle 100 can be a
land based vehicle having one or more wheels as motivational
mechanism 114, and such vehicles can be configured with
front wheel drive, rear wheel drive, or all wheel drive as will
be readily apparent to one skilled in the art. However, it
should also be understood that, in other embodiments, auto-
motive vehicle 100 can be a boat, an airplane, or any other
type of vehicle having an internal combustion engine.
Accordingly, motivational mechanism 114 can be a track
system, propeller, rotary wing, or any other mechanism used
to translate rotational energy from an internal combustion
engine into motive power.

It should be readily understood that planetary gear set 102
can have a sun gear, a planetary carrier, and a ring gear, and
that these three components can be assigned as the input and
output components in any of six combinations in accordance
with the teachings of the present disclosure. However, in a
particularly preferred embodiment, the planetary carrier of
the planetary gear set 102 is employed as the output compo-
nent 110, the sun gear is employed as the drive shaft input
component 108, and the ring gear is employed as the worm
gear input component 118. As will be described in more detail
below, this configuration offers a negative idle compensation
speed with a zero crossing in the forward direction, thus
demanding less top speed capability from electrical motor
120 than is demanded by the other five configurations.

This zero crossing in the forward direction makes it easier
to implement the infinitely variable transmission with today’s
electrical motors capable of maximum forward and reverse
speeds in the seven-thousand to twelve-thousand RPM range,
without requiring significant intervention by speed adjust-
ment mechanisms (i.e. differentials, speed change gear set,
etc.) placed in the drive train, and/or up gear arrangements
supplied between worm gear 116 and worm gear input com-
ponent 118. However, it should be readily understood that
such mechanisms can be included if desired, and provide any
desired ratio to increase or decrease angular velocity of drive
shaft 104, output shaft 112, and/or other components of the
drive train to accommodate various implementations of the
infinitely variable transmission in accordance with the teach-
ings of the present disclosure.

Worm gear 116 preferably has a helix angle selected to
effect a balance between worm gear teeth friction and load of
the worm gear input component, such that power required to
drive worm gear 116 is minimized for all input load condi-
tions. In other words, the helix angle of the worm gear can be
selected so that the force of static friction between the teeth of
the worm gear 116 and the teeth of the worm gear input
component 118 (e.g., ring gear) is just enough to prevent the
load on the worm gear input component 118 from turning the
worm gear 116. In this case, no power is required to hold the
worm gear from turning, and little power is required to over-
come the force of static or kinetic friction to cause the worm
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gear to turn in the desired direction. Also, when the worm gear
is turning the worm gear input component 118 (e.g., ring
gear) in the same direction that the input load is trying to turn
the worm gear input component 118, the friction load assists
the electrical motor 120 by reducing the amount of electrical
motor power required in resisting the input load. On the other
hand, when the worm gear is turning the worm gear input
component 118 (e.g., ring gear) in the opposite direction than
the input load is trying to turn the worm gear input component
118, the friction load hinders by increasing the amount of
electrical motor power required in resisting the input load.
Accordingly, providing the zero crossing in the forward
direction by the aforementioned preferred implementation
proves advantageous in reducing the power required by the
electrical motor 120 because the top speed required of the
electrical motor 120 lies in the forward direction, which cor-
responds to the direction in which the friction load is a help
instead of a hindrance.

The desired helix angle for the worm gear 116 can be found
by experimentally determining the worm gear angle at which
the force of friction cancels out the normal component of the
axial load from the worm gear input component 118. It is
expected that the helix angle of the worm gear 116 required to
achieve this condition will vary depending on the ratio of the
planetary gear set 102, the materials employed to form the
gear set 102, the implementation of the gear set 102 in the
drive train, the overall friction of the drive train, and other
factors. However, in the case that the ring gear is employed as
the worm gear input component 118, it is envisioned that the
desired helix angle will provide a worm gear to ring gear ratio
in a range of 3:1to 5:1. Additionally, the lubricity of the oil in
the gear set case can be adjusted to provide a compromise
between the helix angle needed for the best load balance, and
the helix angle needed for the best worm gear 116 to ring gear
ratio for achieving the best ratio of input to output. Accord-
ingly, one can implement a helix angle in the aforementioned
range that allows operation within the maximum positive and
negative RPM capability of the electrical motor 120, and then
conducttrials using oils of different lubricity in a case holding
the planetary gear set 102. In at least this manner, the desired
helix angle can be readily achieved without requiring undue
experimentation.

Turning now to FIG. 2, the ECU of the infinitely variable
transmission can be programmed in any number of ways. For
example, in some embodiments, the ECU can be configured
in a modular format in which a continuous control parameter
determination module 200 employs maps and/or formulas to
provide modification amounts, such as an electrical motor
RPM modification amount 202 and an ICE RPM modifica-
tion amount 204, to an electrical motor controller 206 and
ICE controller 208, respectively. In these and other embodi-
ments, the determination module 200 can be operatively con-
nected to make a determination whether a torque demand 210
can be satisfied by operating the ICE 106 at an optimum
efficiency set point for the ICE 106. If so, then the ICE
controller 208 can operate the ICE 106 at the optimum effi-
ciency set point, while the electrical motor controller 206 can
modify the angular velocity of the electrical motor 120 to
satisfy the torque demand 210. Otherwise, the ICE controller
208 can operate the ICE 106 in a manner that deviates from
optimal efficiency only to an extent necessary to satisfy the
torque demand 210.

In some embodiments, the determination module 200 can
vary its operation according to a mode 212 selected by a user.
The mode can be selected, for example, in the form of a gear
specified using a gear shift mechanism 214 and/or switch.
Such modes, described in more detail below, can include a

25

30

40

45

55

6

parked and engine off mode, a start mode, a parked and engine
on mode, a neutral mode, a reverse mode, and a drive mode.
Operation of some of these modes can be dependent on a state
ofaclutch 216, which can, in some embodiments, be inferred
from a state of a brake signal 218 received, for example, from
a brake pedal 220 of the vehicle.

Determination module 200 can alternatively or addition-
ally be responsible for generating a clutch control signal 222
to operate clutch 216. In some embodiments, determination
module 200 can access a datastore 224 containing formulas
and/or operating parameter modification maps. For example,
in the case of modification maps, the maps can be accessed
based on the mode 212, brake signal 218 or clutch state,
electric motor RPM reading 226, ICE RPM reading 228,
angular velocity reading 230 of motivational mechanism 114,
and/or torque demand 210 received from accelerator pedal
232. It should be readily understood that, in some embodi-
ments, additional sensory data can be employed by determi-
nation module 200 to access the datastore 224, such as mass
air flow, temperature, oxygen level, and other data typically
employed in accessing fuel limit maps in automotive
vehicles.

Parameters from a pair of operational parameters retrieved
from datastore 224 can be delivered as modification amounts
202 and 204 to controllers 206 and 208, which can then
generate control signals 234 and 236 to adjust the RPMs 226
and 228 according to the modification amounts 202 and 204.
It should be understood that ICE controller 208 can also
receive data, such as ICE RPM 228, temperature, mass air
flow, oxygen level, and other parameters normally used in
operating internal combustion engines, in order to generate
the control signal 236 to achieve the desired result. Thus, ICE
controller 208 may have its own lookup maps for supplying
fuel and air to ICE 106. Additionally, it should be recognized
that while the examples of modes 212 detailed above are
useful in a land based automotive vehicle, additional or alter-
native modes 212 can be used in other types of automotive
vehicles.

Turning now to FIG. 3, a modification map 300 referenced
by the determination module to retrieve the operational
parameters can be implemented, in some embodiments, as a
multi-dimensional matrix. For example, in a simplified
embodiment that is reduced in complexity for purposes of
illustration, the matrix can be accessed by electrical motor
RPM and ICE RPM to arrive at one of plural cells, each
containing lists of operational parameter pairs organized by
accelerator pedal position value 304. These lists can be con-
structed with pairs of operational parameters that have been
formulated to produce a desired vehicle response to accelera-
tor pedal position under certain operating conditions. For
clarity, example parameters are supplied that are greatly sim-
plified in several aspects, one of which is to pair ICE RPMs
with RPMs of a ring gear employed as the worm gear inter-
face component in a 5:1 ratio planetary gear set. While it is
possible to store ring gear RPMs in the maps, and multiply the
parameters by a worm gear to ring gear ratio to arrive at
electrical motor RPMs, it is envisioned that storing electrical
motor RPMs directly in the maps should result in faster opera-
tion by eliminating a needless calculation.

In some embodiments, a stopped and idling list 302 can
contain pairs of parameters that are intended for use when the
vehicle is stopped, the ICE is idling, and the electrical motor
is running at an idle compensation speed. Storing this list 302
in a cell of the matrix that is referenced by electrical motor
RPM and ICE RPM values that are both in range for that
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operating condition allows retrieval of the list 302 by the
determination module when the vehicle is operating under
those conditions.

Upon retrieval of list 302, an accelerator pedal position
value 304 can be used to reference a particular item of that list
and retrieve the pair of parameters stored as that item. For
example, if the accelerator pedal is in a zero position at which
it is not pressed at all, then the pair of parameters (0, 0) can be
retrieved from the first list item 306. The first parameter of the
pair can be used to indicate an amount or degree of desired
increase of ICE RPM, while the second parameter of the pair
can be used to indicate an amount or degree of desired
increase of electrical motor RPM. In the case when the pedal
is not pressed at all, the (0, 0) pair will result in no changes.

If the pedal is fully depressed to a maximum position,
referred to herein as the six position for ease of illustration,
then the pair of parameters (6, —2) can be retrieved from the
last list item 308. Use of the first parameter of that pair to
change the ICE RPM can then result in a rapid increase of ICE
RPM, while use of the second parameter of that pairto change
the electrical motor RPM can result in decrease of the elec-
trical motor RPM to provide increased torque in preparation
for rapid acceleration. The parameter pair can be formulated
such that the rates of ICE RPM increase and electrical motor
RPM decrease are coordinated to result in the vehicle remain-
ing stationary until the maximum ICE RPM and minimum
electrical motor RPM conditions are obtained, so that a maxi-
mum rate of acceleration can be achieved. Different maps can
be employed in forward and reverse modes of operation, and
to whatever extent the parameters result in some drift of the
vehicle from the stationary condition, that parameters can be
formulated to err on the side of forward drift in the forward
mode, and to err on the side of reverse drift in the reverse
mode. Thusly, holding the accelerator pedal in the six position
can rapidly result in change of the RPM values until the
vehicle operating condition changes and the determination
module shifts to another cell of the matrix and utilizes a
different list.

The lists in the cells that will be traversed during the prepa-
ration for the maximum acceleration rate operation can be
constructed with formulated pairs of parameters that cause a
smooth transition from the stopped and idling condition to a
stopped and starting max acceleration condition at which a
starting max acceleration list 310 can be accessed. This list
310 can be constructed of parameter pairs formulated to
accelerate the vehicle from rest while the ICE RPM is at a
maximum value by increasing the electrical motor RPM from
its minimum value. It can also have a parameter pair (-6, 2) in
the list item 312 for the zero pedal position that allows both of
the RPMs to begin their return to the stopped and idle condi-
tion without accelerating. Other lists in cells that are traversed
during this process can have similar pairs of parameters in
their zero pedal positions to allow the complete return of the
vehicle to the stopped and idle condition from the stopped and
starting max acceleration condition. While the pedal is in the
zero position, the clutch can be released to prevent any drift,
and the operator can additionally apply a brake pedal.

While the ICE RPM is maximized, the determination mod-
ule can continue to access a top row of the lookup table 300,
traversing cells and retrieving lists that progressively transi-
tion through mid acceleration list 314 to maximum speed list
316. While utilizing mid acceleration list 314, holding the
acceleration pedal in the six position can continue to accel-
erate at the maximum rate by increasing the electrical motor
RPM. However, the zero pedal position can retrieve a pair of
parameters from list 314 that permits a deceleration by rap-
idly decreasing ICE RPM while slowly increasing electrical

10

15

20

25

30

35

40

45

50

55

60

8

motor RPM. Additionally, a slightly depressed pedal posi-
tion, the one position, can decrease the ICE RPM while
increasing the electrical motor RPM in a fashion that neither
accelerates nor decelerates the vehicle. Also, a slightly more
depressed pedal position, the two position, can decrease the
ICE RPM while increasing the electrical motor RPM in a
fashion that slowly accelerates the vehicle. These parameters
are thus formulated to satisty the torque demand while per-
mitting the vehicle to transition towards a more efficient
cruise condition having ICE RPM that is decreased in favor of
electrical motor RPM.

Maximum speed list 316 can be retrieved when both ICE
RPM and electrical motor RPM are at or near maximum. In
this case, the pairs of parameters can be formulated to permit
maintenance of the top vehicle speed by continued depression
of the accelerator pedal in the six position. A less depressed
position, however, can permit decrease of ICE RPM while
electrical motor RPM continues to be maximized. Accord-
ingly, quick transition towards the cruise condition can be
achieved by decreasing ICE RPM in favor of electrical motor
RPM.

When the cruise condition is reached from the maximum
speed condition, the vehicle is at a fastest cruise speed con-
dition at which the most efficient ICE RPM has been obtained
while at the maximum electrical motor RPM. The fastest
cruise speed list 318 can be formulated to permit slow decel-
eration when the pedal is at the zero position by reduction of
electrical motor RPM while ICE RPM is held constant. Cells
in the map 300 that lie in a row corresponding to the cruise
condition can all contain lists, such as mid cruise list 320,
having parameters formulated to permit the efficient ICE
RPM set point to be maintained while deceleration, constant
speed, and/or slow acceleration are desired. Thus, when
acceleration is desired, electrical motor RPM can be
increased in favor of ICE RPM, and ICE RPM can be main-
tained at the efficient set point. However, when fast accelera-
tion is desired, then it can become necessary to increase ICE
RPM in order to satisfy the torque request. Also, when the
vehicle slows towards the stopped and idle condition, then
parameters can be formulated to permit transition back to the
stopped and idle condition.

If the combination of ICE RPM and electrical motor RPM
leads to a cell of the matrix that is null (i.e., the condition is out
of range and no list is defined for that condition) then the
processor can take corrective actions. For example, if the
vehicle is trying to go uphill, but the electrical motor RPM is
too high to provide sufficient torque, then the ICE RPM can
fall below the cruise row. In this case, the processor can
rapidly decrease electrical motor RPM to provide the torque
needed to allow the ICE RPM to rise back into the normal
operation range. With the operator pressing the accelerator
pedal into or towards the six position to demand more torque,
the processor can quickly satisfy a torque demand for rapidly
climbing the hill.

The corrective measure described above, as well as other
corrective measures, can additionally or alternatively be
implemented if the vehicle condition transitions in an unex-
pected manner or map direction. For example, if the vehicle is
in the mid cruise condition, and if the accelerator pedal is in
the one position, then the electrical motor RPM and the ICE
RPM are expected to remain constant. In this case, if either or
both of these values increase to the point that a different cell
of the map is unexpectedly referenced, then corrective mea-
sures can be taken. For example, if one or both of these RPMs
increases unexpectedly, then the vehicle may be presumed to
be going downhill. In this case, the clutch can be disengaged,
wheel RPM can be read, and operational parameters can be
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retrieved from a map formulated to operate the electrical
motor at an angular velocity that matches the angular velocity
of the drive shaft input component (e.g., sun gear) to the
angular velocity of the drive shaft. Thus, an overdrive capa-
bility can be implemented that allows the vehicle to coast
downbhill and gain speed while preparing the drive shaft input
component to engage rapidly with the drive shaft upon
increased torque demand. In some embodiments, this opera-
tion can adjust electrical motor RPM while maintaining ICE
RPM at an optimum efficiency set point, if possible, and only
increase ICE RPM above the set point as required to prepare
for a high speed condition.

For the embodiments that attempt to observe a most effi-
cient ICE operation set point, it should be understood that, in
some cases, the most efficient set point for operation of the
ICE can vary with conditions such as temperature, mass air
flow, air pressure, oxygen level, etc. Accordingly, multiple
maps can be provided that are formulated for use during
different combinations of these conditions. Thus, the maps
employed by the ECU can be matrices of many dimensions,
and they can be accessed by various types of parameters such
as these.

It is envisioned that additional or alternative embodiments
can utilize formulas and/or fuzzy logic routines to determine
dynamically the parameters for controlling the ICE and the
electrical motor to satisfy the torque demand in the manners
described herein. For example, a processor can seek to satisfy
a vehicle speed set point or target speed by dynamically
determining sets of parameters for controlling the electrical
motor RPM while maintaining the ICE RPM at a maximum
efficiency set point. This type of calculation can be useful
during a cruise control operation. However, lookup maps are
presently preferred for faster operation. It should be under-
stood that a formula can be employed to populate maps of
parameters to be used during a cruise control operation. It
should also be understood that formulas can be also be used to
populate the contents of the lookup maps under any of the
assumed conditions.

The following equation provides a general form for pre-
dicting the behavior of a planetary gear set employed in an
infinitely variable transmission in accordance with the teach-
ings of the present invention:

Nain™ O 1)+ Nying™ 01y ) =~ (Nsiin *Nring) * O

where N, is the number of teeth of the sun gear, N
number of teeth ofthe ring gear, w,,,, is the angular velocity of
the sun gear, w,,,,. is the angular velocity of the ring gear, and
. 18 the angular velocity of the planetary carrier. Accord-
ingly, with a ring gear to sun gear ratio known, equations can
be determined for any assignment of the sun gear, ring gear,
and planetary gear to the drive shaft, worm gear, and output
shaft. Such equations can then be used to assist in determining
the pairs of parameters to employ in the maps for different
desired vehicle behaviors in different situations. Such param-
eters can then be honed experimentally, but without undue
experimentation.

Turning now to FIG. 4, an example of operation of an
automotive land vehicle having rear wheel drive and utilizing
the infinitely variable transmission provides further clarifica-
tions by way of illustration. For this example, it should be
readily understood that the operations are greatly simplified
for ease of illustration, and assumptions are made regarding
the implementation to permit a cohesive explanation. For
example, it is assumed that a planetary gear set is being
employed that has the ring gear interfaced with the worm
gear, the drive shaft connected to the sun gear by a clutch, and
the planetary carrier connected to the output shaft. Additional
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assumptions include a 4:1 ratio of worm gear to ring gear, a
1:1 rear differential, and a total wheel radius (including tire)
of 13 inches. A further assumption is a 5:1 planetary gear
ratio, in which case the angular velocity of the ring gear ®,,,,,
can be determined from the angular velocity of the planetary
carrier w,,,, and the angular velocity of the sun gear w,,,, as
follows:

, S50 =04

ring:( sun
Yet further assumptions are that the ICE has a max speed of
3000 RPM, acruise speed of optimal efficiency at 1500 RPM,
and an idle speed of 1000 RPM.

The example scenario is for a vehicle that begins at T0 with
the engine off, goes through an engine start mode between T1
and T2, is parked with engine on from T2 to T3, and operates
in reverse at 15 mph from T3 to T4. The example next has the
vehicle operating in a drive mode from T4 to T10. During the
drive mode, the vehicle is stopped from T4 to T5, accelerates
at a high rate of acceleration to a speed of 60 mph from T5 to
T6, and cruises at constant speed of 60 mph from T6 to T7.
The vehicle then decelerates while the operator applies the
brake from T7 to T8, cruises at a reduced speed of 30 mph
from T8 to T9, and then decelerates while the user applies the
brake until the vehicle stops from T9 to T10.

The wheel RPM corresponds to the angular velocity of the
planetary carrier, while the angular velocity of the sun gear
corresponds to the engine RPM. Using the equation provided
above, the angular velocity required of the ring gear can be
determined. Assuming a 4:1 worm gear to ring gear ratio, the
angular velocity of the worm gear and electrical motor can be
determined as well. These values are provided below in Table
1:

TABLE 1
4:1

Wheel Engine Ring Worm

RPM AmRPM RPM SunRPM RPM RPM
Start Zero Zero 500 500 -125 -500
Idle at Zero Zero 1000 1000 -250 -1000
Stop
Reverse -412.5 -412.5 1500 1500 -890.6 -3562.4
-15 MPH
Start Zero Zero 2500 2500 -625 -2500
Accel
End 1650 1650 2500 2500 1437.5 5750
Accel
60 MPH
Forward 1650 1650 1500 1500 1687.5 6750
Cruise
60 MPH
Decel 825 825 1500 1500 656.3  2652.2
Cruise
30 MPH
Coast 412.5 412.5 1500 1500 140.6 562.4
Mid
15 MPH

Turning to FIG. 5, these modes of operation are explored in
more detail. It should be appreciated that the vehicle can
transition between a parked and engine off mode 500 and a
neutral mode 502 in a straight forward manner that should be
readily understood. The vehicle can transition from the
parked and engine off mode to the parked and engine on mode
504 by carrying out a start process 506.

Turning to FIGS. 4 and 6 and referring generally thereto,
the vehicle remains in the parked and engine off mode 500
until the start switch is actuated at 600 and the brake is on at
602. Then, with the clutch engaged, the worm gear is operated
in a direction that turns the engine forward at step 604. The
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parameter or parameters for operating the worm gear at this
speed can be stored in a map specially formulated for oper-
ating the electrical motor during the ICE start procedure.

In the example of FIG. 4, the worm gear RPM is driven
negative between T1 and T2 while the brake holds the plan-
etary carrier stationary to turn the motor in the forward direc-
tion. If the brake is let off during this process at 606, then the
worm gear is stopped at 608 and the parked and engine off
mode is resumed. Otherwise, the worm gear continues to turn
at step 604 until an engine start is detected at 610. Then, the
clutch is disengaged at step 612, and the worm gear is driven
to an idle compensation speed at step 614. In the example of
FIG. 4, this idle compensation speed is even more negative
than the speed used to start the motor. At this stage, the vehicle
arrives at the parked and engine on mode with the clutch
disengaged, but it should be understood that that, with the idle
compensation speed maintained, the vehicle would remain
stationary even with the clutch engaged. Thus, in some
embodiments, the clutch can reengage once the idle compen-
sation speed is achieved.

Returning to FIG. 5, the vehicle can transition from the
parked and engine on state 504 to the parked and engine off
state 500 by deactivation of the ignition. Alternatively, the
vehicle can enter a reverse mode 508 and/or a drive mode 510
from the parked and engine on mode 504, and return to the
parked and engine on mode 504 from either of these two
modes if the vehicle is stationary. In some embodiments, if
the vehicle is stationary, then the vehicle can also transition
between the reverse mode 508 and the drive mode 510.

Turning now to FIGS. 4 and 7 and referring generally
thereto, the vehicle can transition from the parked and engine
on mode 504 to the reverse mode 508 when a reverse gear is
selected at 700. Then, if the brake is not applied at 702, then,
the clutch can be engaged if it is not already engaged at step
704, and the acceleration pedal parameter can be read at step
706. Next, engine RPM and worm gear RPM can be deter-
mined at step 708, and operational parameters can be
retrieved at step 710 from a map of parameter pairs formu-
lated for reverse vehicle operation. These parameters can then
be applied at step 712 in the manner described above, and if
the reverse mode is not deselected at 714, then operation can
return to 702.

Accordingly, as the processor iteratively loops through
steps 702-714, operational parameters can be applied to con-
tinuously control the electrical motor and the ICE to operate
the vehicle in a reverse direction as between T3 and T4 of
FIG. 4. If, however, the brake is applied at 702, then the clutch
can be disengaged at step 716, wheel RPM can be read at step
718, engine RPM and worm gear RPM can be optionally read
at step 720, and operational parameters can be retrieved at
step 722 from a map formulated to operate the electrical
motor when applied at step 712 at an angular velocity that
matches the angular velocity of the drive shaft input compo-
nent (e.g., sun gear) to the angular velocity of the drive shaft.
Disengaging the clutch at step 716 allows for braking without
placing undue stress on the transmission, clutch, or ICE,
while matching the sun gear RPM to the drive shaft RPM
allows for rapid response once the braking operation is com-
pleted. The reverse mode can be exited at 714 if the vehicle is
stationary and the operator selects a drive gear or a park mode.
Ifthe park mode is selected, then the clutch can be disengaged
at step 724, if desired, resulting in return to parked and engine
on mode 504.

Turning now to FIGS. 4 and 8 and referring generally
thereto, selection by a driver at 700 of the drive mode 510
instead of reverse mode 508 can cause the vehicle to transition
from the parked and engine on mode 504 to the drive mode
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510. Steps 800-810 can be similar to steps 702-712, with a
primary difference being the use at step 808 of a map of
operational parameters formulated to result in forward
motion of the vehicle. For example, if the brake is not applied
at 800, then the clutch can be engaged if it is not already
engaged at step 802, and the acceleration pedal parameter can
be read at step 804. Next, engine RPM and worm gear RPM
can be determined at step 806, and operational parameters can
be retrieved at step 808 from a map of parameter pairs for-
mulated for forward vehicle operation. These parameters can
then be applied at step 810 in the manner described above.
Then, if the drive mode is not deselected at 812, then opera-
tion can return to 800.

Accordingly, as the processor iteratively loops through
steps 800-812, operational parameters can be applied to con-
tinuously control the electrical motor and the ICE to operate
the vehicle in a forward direction as between T5 and T7 and
between T8 and T9 of FIG. 4. If, however, the brake is applied
at 800, then the clutch can be disengaged at step 814, wheel
RPM can be read at step 816, engine RPM and worm gear
RPM can be optionally read at step 818, and operational
parameters can be retrieved at step 820 from a map formu-
lated to operate the electrical motor when applied at step 810
at an angular velocity that matches the angular velocity of the
drive shaft input component (e.g., sun gear) to the angular
velocity of the drive shaft.

Disengaging the clutch at step 814 allows for braking with-
out placing undue stress on the transmission, clutch, or ICE,
while matching the sun gear RPM to the drive shaft RPM
allows for rapid response once the braking operation is com-
pleted. Thus, the vehicle operator can apply the brake and
decelerate rapidly, as between T7 and T8 of FIG. 4, and then
resume a cruise operation or acceleration operation at the
reduced speed without hesitation. Additionally, the operator
can brake to a stop, as between T9 and T10 of FIG. 4, where
the example illustrates retrieval and application of parameters
formulated for a transition from a cruise condition to a
stopped and engine idling condition.

As illustrated, these parameters decrease electrical motor
RPM in favor of ICE RPM parameters until the electrical
motor RPM has reached the idle compensation speed, and
then decrease the ICE RPM below the optimum efficiency set
point to the ICE idle speed. It should be understood that this
formulation of parameters is merely exemplary, and that other
formulations may be used, such as formulations that maintain
the ICE RPM at the optimum efficiency set point while
decreasing the electrical motor RPM below the idle compen-
sation speed, returning to the stopped and engine idling state
only after the vehicle is stationary. With the vehicle stationary,
the drive mode can be exited at 812 if the operator selects a
reverse gear or a park mode. If'the park mode is selected, then
the clutch can be disengaged at step 822, if desired, resulting
in return to parked and engine on mode 504.

Turning now to FIGS. 9-16, an alternative embodiment is
described in which the determination module employs one or
more formulas to effect continuous feedback control. Refer-
ring particularly to FIG. 9, the control process can begin, for
example, at step 900 with the computer processor retrieving
expected results from computer memory. The stored expected
results can be in the form of an expected angular velocity of
the arm (e.g., vehicle speed), and an expected change in the
angular velocity of the arm (e.g., previously desired amount
of acceleration). The control process can additionally begin
by reading sensed values at step 902, such as wheel RPM
(e.g., vehicle speed and/or angular velocity of the arm) RPM
of the internal combustion engine (e.g., angular velocity of
the sun gear), electric motor RPM (e.g., angular velocity of
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the ring gear), and the current drive demand (e.g., accelerator
pedal position, desired change in angular velocity of the arm,
desired rate of vehicle acceleration, etc.). Thereafter, the con-
trol parameters can be modified using one or more formulae
at step 904, which can include determining a change in the
internal combustion engine RPM (e.g., angular velocity of the
sun gear) and/or a change in the electric motor RPM (e.g.,
angular velocity of the ring gear). From these data, new
expected results can be calculated at step 906 by employing
one or more formulae to determine, for example, future
expected angular velocity of the arm, and an expected change
in the angular velocity of the arm as follows:

EXPECTED ., = Nsun * (sun + BOsun)) + (Nring # (Wring + Alying))
(Nsin + Nring)

EXPECTED Awam = Aam

These results can be stored in computer memory at step 908,
and the modified control parameters applied at step 910 to
control the internal combustion engine and the electric motor.

Referring now to FIGS. 10-16, an example process for
modifying control parameters using one or more formulae
during a drive mode of operation is described in detail. Refer-
ring particularly to FIG. 10, the process can include deter-
mining at step 1000 whether the RPM of the internal com-
bustion engine is less than the minimum expected idle RPM,
which can indicate that the motor is in danger of chocking
down. If so, emergency measures can be taken at step 1002,
for example, by decreasing electric motor RPM and increas-
ing ICE RPM at their maximum rates. Otherwise, the process
can proceed to determination at step 1004 whether a stopped
mode flag is set. If so, then a further determination can be
made at step 1006 whether a drive demand for acceleration is
greater than zero. If so, then an acceleration mode flag can be
set at step 1008. Otherwise, the control parameters can be
unmodified to permit idling at a stop to continue.

Determination at step 1010 that the acceleration mode flag
is set, followed by determination at step 1012 that the drive
demand for acceleration is greater than a cruise value for
maintaining a current speed, can lead to entry to an accelera-
tion operation process described below (see FIG. 11 and FIG.
12). Otherwise, a cruise mode flag can be set at step 1014.

Determination at step 1016 that the cruise mode flag is set,
followed by determinations at steps 1018 and 1020 that the
drive demand for acceleration is neither greater than nor less
than the cruise value for maintaining the current speed, can
lead to entry to cruise operation process described below (see
FIG. 13). Otherwise, in the event that the drive demand
proved greater than the cruise value at step 1020, the accel-
eration mode flag can be set at step 1022.

Alternatively, if the drive demand proved less than the cruise
value at step 1018, a deceleration mode flag can be set at step
1024.

Determination at step 1026 that the deceleration mode flag
is set, followed by determination at step 1028 that the drive
demand for acceleration is greater than the cruise value for
maintaining the current speed, can lead to entry to an decel-
eration operation process described below (see FIG. 14).
Otherwise, the acceleration mode flag can be set at step 1030.

Turning now to FIG. 11, an example acceleration operation
process can begin with determination at step 1100 whether a
desired rate of acceleration can be achieved at the optimum
internal combustion engine RPM set point. In one embodi-
ment, this decision can involve comparing the desired rate of
acceleration to a threshold. In some embodiments, this
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threshold can vary with ambient conditions. In additional or
alternative embodiments, the threshold can vary based on
information regarding whether the vehicle is travelling uphill
ordownhill as can be determined in a process described below
(see FIG. 14 and FIG. 15).

If it is determined at step 1100 that the desired rate of
acceleration cannot be achieved at the optimum internal com-
bustion engine RPM set point, then a further determination
can be made at step 1102 whether the desired rate of accel-
eration can be achieved at the current internal combustion
engine RPM. In some embodiment, this decision can involve
comparing the desired rate of acceleration to a threshold that
can vary according to the current internal combustion engine
RPM, ambient conditions, and/or based on information
regarding whether the vehicle is travelling uphill or downhill.
If so, then acceleration can be effected at step 1104 by
increasing electric motor RPM to increase angular velocity of
the ring gear. If not, then preparations for acceleration can be
made at step 1106 by increasing the RPM of the internal
combustion engine, and decreasing the electric motor RPM to
decrease angular velocity of the ring gear. On the other hand,
if it is determined at step 1100 that the desired rate of accel-
eration can be achieved at the optimum internal combustion
engine set point, then a process can be engaged for operating
at the optimum set point.

Turning now to FIG. 12, an exemplary process for operat-
ing at the optimum set point can begin with determining
whether the internal combustion engine is below the optimum
set point at step 1200 or above the optimum set point at step
1202. If so, then the clutch can be disengaged at step 1204 or
1206, and the RPM of the internal combustion engine can be
increased or decreased at steps 1208 or 1210, respectively.
Then a target angular velocity of the arm can be set equal to
the current angular velocity of the arm at step 1212. On the
other hand, if the RPM of the internal combustion engine is
determined to already be at the optimum set point at steps
1200 and 1202, then the clutch can be engaged at step 1214,
and the target angular velocity of the arm can be set equal to
the sum of the current angular velocity of the arm and the
desired change in that angular velocity in order to achieve the
desired rate of acceleration.

Once the value of the target angular acceleration for the
arm has been determined at step 1212 or step 1216, a target
angular acceleration of the ring gear can be calculated at step
1218. For example, for a five to one ratio planetary gear set,
the target angular velocity of the ring gear (TARGET o
can be calculated according to:

ring)

TARGET®,;,,~(5*TARGET@,,,,~ICE RPM)/4

for the target angular velocity of the arm (TARGET w,,,,,) and
the internal combustion engine RPM (ICE RPM). In more
general form, the equation can be adjusted for various plan-
etary gear set ratios of N to one, as follows:

TARGET®, ;,,~(M*TARGET®,,,,~ICE RPM)/(N-1)

This target angular velocity of the ring gear can then be
employed as a threshold for comparison to the angular veloc-
ity of the ring gear at steps 1220 and 1222 for deciding
whether to adjust electric motor RPM in order to decrease or
increase the angular velocity of the ring gear at step 1224 and
1226, respectively.

Turning now to FIG. 13, a process for operating in a cruise
mode can begin at steps 1300 and 1302 with determinations
whether the internal combustion engine RPM is greater than
or less than the optimum set point. If it is determined at step
1300 that the internal combustion engine RPM is greater than
the optimum set point, then the internal combustion engine
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RPM can be decreased and the electric motor RPM increased
to raise the angular velocity of the ring gear at step 1304. If it
is determined at step 1302 that the internal combustion engine
RPM is less than the optimum set point, then the internal
combustion engine RPM can be increased and the electric
motor RPM decreased to lower the angular velocity of the
ring gear at step 1306.

Referring to FIG. 14, a process of operating in a decelera-
tion mode can begin by determining at step 1400 whether the
demand is less than the cruise value. If so, then the process can
proceed with disengaging the clutch at step 1402. Then, a
determination can be made at step 1404 whether the angular
velocity of the ring gear is greater than a threshold angular
velocity of the ring gear at which the idle speed of the internal
combustion engine is fully compensated to produce a zero
angular velocity of the arm. If not, then the electric motor
RPM can be decreased at step 1406 in order to lower the
angular velocity of the ring gear until it reaches the idle
compensation rate. However, if it is determined at step 1404
that the angular velocity of the ring gear has already been
lowered to the idle compensation rate, a determination can be
made at step 1408 whether the angular velocity of the arm is
greater than zero. If so, then the internal combustion RPM can
be decreased at step 1410. However, if it is determined at step
1408 that the vehicle is stopped and idling, then a stopped
mode can be entered at step 1412. Otherwise, the deceleration
and preparation for the stopped and idling mode can be per-
formed until the demand is determined to be equal to the
cruise value at step 1400, at which point the clutch can be
engaged at step 1414, and the cruise mode can be entered at
step 1416.

Turning now to FIG. 15, a process for adjusting modifica-
tion amounts can begin at step 1500 by determining whether
the angular velocity of the arm is less than the expected
angular velocity of the arm. If so, then the vehicle may be
traveling uphill, braking, or encountering some kind of
obstacle or other condition that is unexpectedly slowing the
vehicle. Ifso, then a further determination can be made at step
1502 whether the expected change in the angular velocity of
the arm is greater than zero. If so, then a condition may be
detected of difficulty accelerating, and a need for more
torque. In this event, the control parameters can be modified
at step 1504 to decrease the electric motor RPM in order to
lower the angular velocity of the ring gear and increase
torque. This step can involve overriding the parameter for the
electric motor with a new value, or applying a scalar value to
a determined modification amount in order to adjust to a
lesser degree. The type and/or amount of values employed
can vary, for example, depending on a magnitude of a differ-
ence between the expected and actual angular velocities of the
arm.

If the determination made at step 1502 indicated that the
expected change in the angular velocity of the arm was not
greater than zero, then a further determination can be made at
step 1506 whether the expected change was less than zero. If
s0, then a condition may be detected of extra success decel-
erating, such as if the vehicle is travelling downhill. In
response, the clutch can be disengaged at step 1508, and a
determination can be made at step 1510 whether the internal
combustion engine RPM is greater than the optimum set
point. If so, then an adjustment can be made at step 1512 to
decrease the internal combustion engine RPM and adjust the
electric motor RPM to match the present angular velocity of
the arm. Otherwise, the control parameters can be modified at
step 1514 to adjust the electric motor RPM to match the
present angular velocity of the arm.
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In the event that it is determined at step 1506 that the
expected change in the angular velocity of the arm was not
less than zero, then a condition can be detected of difficulty
cruising. In this case, a determination can be made at step
1516 whether the internal combustion RPM is less than a
maximum threshold value. If so, then the control parameters
can be modified at step 1518 to decrease the electric motor
RPM in order to lower the angular velocity of the ring gear,
while increasing the internal combustion engine RPM. Onthe
other hand, if the internal combustion engine RPM is deter-
mined to already be at a maximum at step 1516, then the
control parameters can be adjusted at step 1520 to decrease
the electric motor RPM in order to lower the angular velocity
of the ring gear and thereby increase torque. Again, scalar
values can be employed in steps 1518 and 1520 that can vary
based on a magnitude of the difference between the expected
and actual angular velocities of the arm.

Turning now to FI1G. 16, if it is determined at step 1600 that
the angular velocity of the arm is greater than expected, then
acondition can be detected that the vehicle is travelling down-
hill. Then, if it is determined at step 1602 that the expected
change in the angular velocity of the arm was greater than
zero, then a condition can be detected of extra success accel-
erating. In this case, the control parameters can be modified at
step 1604 to decrease the electric motor RPM to lower the
angular velocity of the ring gear. For this step, a scalar value
can be selected for scaling down the amount of acceleration,
and this value can be selected based on the magnitude of the
difference of the expected and actual angular velocities of the
arm.

If it is determined at step 1606 that the expected change in
the angular velocity of the arm was less than zero, then a
condition of difficulty decelerating can be detected. In this
case, the clutch can be disengaged at step 1608, and a deter-
mination can be made at step 1610 whether the internal com-
bustion engine RPM is greater than the optimum set point. If
s0, then the control parameters can be modified at step 1612
to decrease the internal combustion engine RPM, and to
adjust the electric motor RPM to match the angular velocity
of the ring gear to complement the angular velocity of the
arm. Otherwise, the control parameters can be modified at
step 1614 to adjust the electric motor RPM to match the
angular velocity of the ring gear to complement the angular
velocity of the arm.

In the event that the expected change in angular velocity of
the arm was equal to zero, then a condition can be detected of
trouble cruising. In this case, a further determination can be
made at step 1616 whether the internal combustion engine
RPM is greater than the optimum set point. If not, then the
control parameters can be modified to decrease the electric
motor RPM in order to lower the angular velocity of the ring
gear and thereby increase torque. For step 1618, the amount
of electric motor RPM decrease can be selected based on the
magnitude of the difference between the expected and actual
angular velocities of the arm. Otherwise, the control param-
eters can be modified at step 1620 in order to decrease both
the internal combustion RPM and the electric motor RPM.
For step 1620, a scalar values can be selected for scaling up
the amount of decrease in the internal combustion engine
RPM and scaling down the amount of increase in the electric
motor RPM, and these value can be selected based on the
magnitude of the difference of the expected and actual angu-
lar velocities of the arm.

Thus, it is apparent that there has been provided, in accor-
dance with the present disclosure, an infinitely variable trans-
mission that satisfies one or more of the advantages set forth
above. Although the preferred embodiment has been



US 9,085,225 B2

17

described in detail, it should be understood that various
changes, substitutions, and alterations can be made herein
without departing from the scope of the present disclosure,
even if all of the advantages and benefits identified above are
not present. For example, the various embodiments and
examples shown in the drawings and descriptions provided
herein illustrate that the present disclosure may be imple-
mented and embodied in numerous different ways that still
fall within the scope of the present disclosure, whether
expressly shown herein or not. For example, the various ele-
ments or components may be combined or integrated in
another system or certain features may not be implemented.
Also, the techniques, systems, sub-systems, and methods
described and illustrated in the preferred embodiment as dis-
crete or separate may be combined or integrated with other
systems, designs, techniques, or methods without departing
from the scope of the present disclosure. For example, the
infinitely variable transmission can be used with a wide vari-
ety of types of automotive vehicles, including those not spe-
cifically discussed herein. Other examples of changes, sub-
stitutions, and alterations are readily ascertainable by one
skilled in the art and could be made without departing from
the spirit and scope of the present disclosure.
What is claimed is:
1. An infinitely variable transmission for use with an auto-
motive vehicle, the infinitely variable transmission compris-
ing:
a planetary gear set having two input components and an
output component, wherein a first input component
comprises a drive shaft input component, and a second
input component comprises a worm gear input compo-
nent;
wherein said planetary gear set is situated in a drivetrain of
the automotive vehicle such that a drive shaft driven by
an internal combustion engine of the automotive vehicle
is directly connected to the drive shaft input component,
and the output component is connected to an output shatt
configured to drive a motivational mechanism of the
automotive vehicle;
a worm gear interfaced with the worm gear input compo-
nent;
an electrical motor connected to drive said worm gear; and
an electronic control unit connected to continuously con-
trol said electrical motor in response to a torque demand
and in a manner formulated to satisfy the torque demand,
and wherein the electronic control unit is operable to:
(a) make a determination whether the torque demand can
be satisfied by operating the internal combustion engine
at an optimum efficiency set point; and
(b) conditioned on the results of the determination, either:
(1) operating the internal combustion engine at the opti-
mum efficiency set point, while modifying an angular
velocity of the electrical motor to satisfy the torque
demand; or

(ii) operating the internal combustion engine in a man-
ner that deviates from optimal efficiency such that the
torque demand is satisfied.

2. The infinitely variable transmission of claim 1, wherein
the output component comprises a planetary carrier of the
planetary gear set, the drive shaft input component comprises
a sun gear of the planetary gear set, and the worm gear input
component comprises a ring gear of the planetary gear set.

3. The infinitely variable transmission of claim 1, wherein
said worm gear has a helix angle selected to effect a balance
between worm gear teeth friction and a load of the worm gear
input component, such that power required to drive said worm
gear is minimized for all input load conditions.
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4. The infinitely variable transmission of claim 1, wherein
operating the internal combustion engine in a manner that
deviates from optimal efficiency such that the torque demand
is satisfied, comprises operating the internal combustion
engine in a manner that deviates from optimal efficiency only
to an extent necessary to satisfy the torque demand.

5. The infinitely variable transmission of claim 1, wherein
the electronic control unit is operatively connected, during a
start mode of operation, to:

(a) operate the electrical motor in a direction formulated to
turn the drive shaft of the automotive vehicle in a for-
ward direction;

(b) perform detection of a starting of the internal combus-
tion engine of the automotive vehicle; and

(c) inresponse to the detection of the starting of the internal
combustion engine, disengage a clutch of the automo-
tive vehicle and operate the electrical motor at an angu-
lar velocity formulated to compensate for an idle speed
of the internal combustion engine.

6. The infinitely variable transmission of claim 1, wherein
the electronic control unit is operatively connected, during a
reverse mode of operation, to:

operate the electrical motor at an angular velocity formu-
lated to satisfy the torque demand while moving the
automotive vehicle in reverse.

7. The infinitely variable transmission of claim 6, wherein
the electronic control unit is operatively connected, during
the reverse mode of operation, to:

respond to at least one of a state of a brake signal or a setting
of a clutch of the automotive vehicle by operating the
electrical motor at an angular velocity formulated to
match the angular velocity of the drive shaft input com-
ponent to the angular velocity of the drive shaft.

8. The infinitely variable transmission of claim 1, wherein
the electronic control unit is operatively connected, during a
drive mode of operation, to:

operate the electrical motor at an angular velocity formu-
lated to satisfy the torque demand while moving the
automotive vehicle forward; and

respond to at least one of a state of a brake signal or a setting
of a clutch connecting the drive shaft to the drive shaft
input component by operating the electrical motor at an
angular velocity formulated to match the angular veloc-
ity of the drive shaft input component to the angular
velocity of the drive shaft.

9. The infinitely variable transmission of claim 1, wherein:

said torque demand is an accelerator pedal signal generated
by an accelerator pedal of the automotive vehicle;

said electronic control unit is operatively connected to
receive signals indicative of angular velocity of the drive
shaft and angular velocity of the electrical motor; and

said electronic control unit is operatively connected to (a)
retrieve operational parameters from a map of predeter-
mined parameters based at least in part on the accelera-
tor pedal signal, the angular velocity of the drive shaft,
and the angular velocity of said electrical motor, and (b)
apply the operational parameters to modify the angular
velocity of the drive shaft and the angular velocity of
said electrical motor.

10. The infinitely variable transmission of claim 1,

wherein:

said electronic control unit is operatively connected to
receive (a) at least one of (i) a brake signal generated by
a brake pedal of the automotive vehicle or (ii) a state of
a clutch that connects the drive shaft to the drive shaft
input component, and (b) a signal indicative of angular
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velocity of at least one of the motivational component of
the automotive vehicle or the output shaft;

said electronic control unit is operatively connected to
retrieve, conditioned on a state of at least one of the
brake signal or the clutch, operational parameters from a
map of predetermined parameters based on at least one
of'the angular velocity of the motivational component or
the angular velocity of the output shaft; and

said electronic control unit is operatively connected to
apply the operational parameters to continuously con-
trol the angular velocity ofthe drive shaft and the angular
velocity of the electrical motor in a manner formulated
to match the angular velocity of the drive shaft input
component to the angular velocity of the drive shaft.

11. A method of operation for use with an infinitely vari-
able transmission of an automotive vehicle, the method com-
prising:

receiving, by an electronic control unit of the automotive
vehicle, a torque demand generated by an operator of the
automotive vehicle;

continuously controlling, by the electronic control unit, an
electrical motor in response to the torque demand in a
manner formulated to satisfy the torque demand,

wherein the electrical motor is connected to drive a worm
gear interfaced with a worm gear input component that is
one of two input components of a planetary gear set, said
planetary gear set being situated in a drivetrain of the
automotive vehicle such that a drive shaft driven by an
internal combustion engine of the automotive vehicle is
directly connected to a drive shaft input component that
is the other of the two input components, and an output
component of the planetary gear set is connected to an
output shaft for driving a motivational mechanism of the
automotive vehicle;

making a determination, by the electronic control unit,
whether the torque demand can be satisfied by operating
the internal combustion engine at an optimum efficiency
set point; and

conditioned on results of the determination, either:

(a) operating, by the electronic control unit, the internal
combustion engine at the optimum efficiency set point,
while modifying, by the electronic control unit, an angu-
lar velocity of the electrical motor to satisfy the torque
demand; or

(b) operating, by the electronic control unit, the internal
combustion engine in a manner that deviates from opti-
mal efficiency such that the torque demand is satisfied.

12. The method of claim 11, wherein a planetary carrier of
the planetary gear set is the output component, a sun gear of
the planetary gear set is the drive shaft input component, and
a ring gear of the planetary gear set is the worm gear input
component connected to the drive shaft of the automotive
vehicle.

13. The method of claim 11, wherein the worm gear has a
helix angle selected to effect a balance between worm gear
teeth friction and load of the worm gear input component,
such that power required to drive said worm gear is mini-
mized for all input load conditions.

14. The method of claim 11, wherein

operating, by the electronic control unit, the internal com-
bustion engine in a manner that deviates from optimal
efficiency such that the torque demand is satisfied, com-
prises operating the internal combustion engine in a
manner that deviates from optimal efficiency only to an
extent necessary to satisfy the torque demand.

15. The method of claim 11, further comprising:

during a start mode of operation:
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(a) operating, by the electronic control unit, the electrical
motor in a direction formulated to turn the drive shaft of
the automotive vehicle in a forward direction;

(b) performing, by the electronic control unit, detection of
a starting of the internal combustion engine of the auto-
motive vehicle; and

(c) inresponse to the detection of the starting of the internal
combustion engine, disengaging a clutch of the vehicle
and operating the electrical motor at an angular velocity
formulated to compensate for an idle speed of the inter-
nal combustion engine.

16. The method of claim 11, further comprising:

during a reverse mode of operation, operating, by the elec-
tronic control unit, the electrical motor at an angular
velocity formulated to satisfy the torque demand while
moving the automotive vehicle in reverse.

17. The method of claim 16, further comprising:

during the reverse mode of operation, responding, by the
electronic control unit, to at least one of a state of a brake
signal or a setting of a clutch of the automotive vehicle
by operating the electrical motor at an angular velocity
formulated to match the angular velocity of the drive
shaft input component to the angular velocity of the
drive shaft.

18. The method of claim 11, further comprising:

during a drive mode of operation:

operating, by the electronic control unit, the electrical
motor at an angular velocity formulated to satisfy the
torque demand while moving the automotive vehicle
forward; and

responding to at least one of a state of a brake signal or a
setting of a clutch connecting the drive shaft to the drive
shaft input component by operating the electrical motor
at an angular velocity formulated to match the angular
velocity of the drive shaft input component to the angu-
lar velocity of the drive shaft.

19. The method of claim 11, further comprising:

receiving, by the electronic control unit, said torque
demand as an accelerator pedal signal generated by an
accelerator pedal of the automotive vehicle;

receiving, by the electronic control unit, a signal indicative
of angular velocity of the drive shaft;

receiving, by the electronic control unit, a signal indicative
of angular velocity of the electrical motor;

retrieving, by the electronic control unit, operational
parameters from a map of predetermined parameters
based on the accelerator pedal signal, the angular veloc-
ity of the drive shaft, and the angular velocity of the
electrical motor; and

applying, by the electronic control unit, the operational
parameters to continuously control the angular velocity
of the drive shaft and the angular velocity of the electri-
cal motor.

20. The method of claim 11, further comprising:
receiving, by the electronic control unit, a brake signal
generated by a brake pedal of the automotive vehicle;
receiving, by the electronic control unit, a signal indicative
of at least one of an angular velocity of the motivational
component of the automotive vehicle or an angular

velocity of the output shaft;

conditioned on a state of the brake signal, retrieving, by the
electronic control unit, operational parameters from a
map of predetermined parameters based on at least one
of the angular velocity of the motivational component or
the angular velocity of the output shaft; and

applying, by the electronic control unit, the operational
parameters to continuously control the angular velocity



US 9,085,225 B2

21 22
of the drive shaft and the angular velocity of the electri- (a) make a determination whether the torque demand
cal motor in a manner formulated to match the angular can be satisfied by operating the engine at an optimum
velocity of the drive shaft input component to the angu- efficiency set point; and
lar velocity of the drive shaft. (b) conditioned on the results of the determination,
21. An infinitely variable transmission for use with an 3 e.1ther C ] ] )
automotive vehicle, the infinitely variable transmission com- (i) operating the engine at the optimum efficiency set
prising: point, while modifying an angular velocity of the

electrical motor to satisfy the torque demand; or
(i) operating the engine in a manner that deviates

10 from optimal efficiency such that the torque

demand is satisfied.

22. The infinitely variable transmission of claim 21,
wherein the first input component comprises a drive shaft
input component.

15 23. The infinitely variable transmission of claim 21,
wherein the second input component comprises a worm gear
input component.

24. The infinitely variable transmission of claim 21,
wherein the output component comprises a planetary carrier

20 ofthe planetary gear set, the first input component comprises
a sun gear of the planetary gear set, and the second input
component comprises a ring gear of the planetary gear set.

a planetary gear set having a first input component, a sec-
ond input component, and an output component, said
planetary gear set operable to be coupled to a drivetrain
of the automotive vehicle such that the first input com-
ponent is directly coupled to a drive shaft driven by an
engine of the automotive vehicle, and the output com-
ponent is connected to an output shaft configured to
drive a motivational mechanism of the automotive
vehicle;

a worm gear interfaced with the second input component;

an electrical motor connected to drive the worm gear; and

an electronic control unit operable to continuously control
the electrical motor in response to a torque demand
generated at least in part by the automotive vehicle and
in a manner formulated to satisfy the torque demand, and
wherein the electronic control unit is operable to: L



